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ous islands, it possesses several good anchorages, one very convenient
to the entrance at Cape Beale. On this cape a lighthouse has been
erected. It is connected by telegraph with Victoria. At the upper
end of the sound a very remarkable cleft in the mountain ranges, known
as Alberni canal, leads, after a course of twenty-five miles, to a level
country of considerable extent, heavily timbered, with the finest speci-
mens of pine and other woods perhaps anywhere to be seen. Through
this ' canal' flows a stream discharging the waters of a chain of lakes
which penetrates northerly into the interior. The anchorage is good,
and the whole sound, canal, and harbour can nowhere be excelled
for the facilities they afford for the promotion and protection of
commerce. The natives (in 1862) numbered about 800 or 900 (in
1898,official report gives 196); and here as elsewhere their sole occupa-
tion is obtaining food. In 1856 there were over 24,000 Indians on
Vancouver Island. The official returns for 1898 show a remnant of
only 5395."
A few miles farther south the Indian village of Nitinat is reached.
It is situated on a large lagoon, has a number of native residents (official
report, 1898, gives 215) and a Methodist Church missionary. There are
no agricultural settlers, although some excellent land surrounds the
lagoon. A few more miles south brings us to Point Carmanah,
opposite Cape Flattery, where the Dominion Government has established
a lighthouse and telegraph office, which connects with Port San Juan and
other points along the coast to Victoria. This brings the coast sketch
along to San Juan, the point of commencement. The interior of Van-
couver Island is not as yet explored in some places, and settlement is
very scanty, except in the sections referred to in the consecutive de-
scriptions.
FROM LONDON TO KARACHI IN A WEEK.1
By FRANCIS H. SKRINE, I.C.S.
AN impartial history of the last of the many conquests which India
has undergone remains to be written. We of the present day cannot
appreciate the import of those events which gave our great-grandfathers
an empire in the East to compensate them for losing the overlordship of
the North American continent. The merchant adventurers who became
sovereigns in despite of themselves were our kinsmen and of like
passions with us: and remote posterity must be left to judge their
actions.
The Gibbon of a future age who shall describe the growth and decay
of British India will not omit to consider the means of communication
1 This article reproduces a lecture read in June last before the members of the Anglo-
Russian Literary Society.
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which enabled the people of a group of islands far in the Northern seas
to govern hundreds of millions of their fellow-creatures, denizens of the
tropics. We have heard, perhaps, a little too much of Sea Power—one
of those catch-phrases in which latter-day journalists revel—since Captain
Mahan's great work revealed to the world the source and hidden springs
of England's greatness. It is, however, not to be questioned that the
command of the sea conferred on us by Nelson's victories alone enabled
us to maintain a footing in India during the wars of Napoleon. In
those now distant days the only route thither was by way of the Cape
of Good Hope, a distance of nearly 12,000 miles. Navigators were
at the mercy of the winds: and Indian fleets sailed under convoy,
at a rate of speed regulated by that of the slowest vessel. Thus the
best part of a year was occupied in the passage between Falmouth.and
Bombay. This state of things lasted for many years after the restora-
tion of peace had left the' sailor no other foes to contend against but the
elements. My father, who sailed in 1840 for Bombay with a detach-
ment of the old 78th Highlanders, spent seven months on the ocean
wave, now lashed to fury by a cyclone and anon rocking the yards of
the wall-sided transport under in its heavy swell.
In the following year he returned to England by the then novel
Overland Route, in about forty days. The story of this second stage in
the development of our communications with India has been often told,
but I must repeat it, very briefly, in order to give you a consecutive
account of the process. Late in the " twenties " the superiority of steam
as a propellant in ocean navigation was admitted even by that fine old
crusted monopolist the Honourable East India Company: and Govern-
ment offered a premium of £20,000 to the first commander who should
pilot a paddle-ship from Europe into an Indian port. The problem
brought Lieutenant Waghorn to the front—a man of one idea, with the
dauntless perseverance which is the special gift of such natures. He
pointed out that as steam had robbed the Eed Sea of its terrors for the
navigator, it was perfectly possible to revive the ancient trade route to
India by way of Egypt, and thus save nearly 6000 miles of ocean transit.
The doctrine met with the reception usually given to innovations. For
years Waghorn knocked in vain at the doors of the Admiralty and the
India House. At length his persistence met with a rich reward. In
1838 the mails were carried home by way of Suez and Trieste in vessels
of the Eoyal and Indian Navies : and in 1845 the indefatigable lieutenant
arrived in London with the Bombay post-bags after a thirty days'
journey.
The French Government was fully alive to the advantage of directing
the stream of Indian traffic through its territory, and strove successfully
to render Marseilles the port of debarcation. Eailways had become
pretty general by 1850: and at that date the mails were carried to
India in about a month. But Egypt was still unspanned by an iron
road, and passengers by the Overland Eoute were whisked through the
desert in conveyances apparently modelled on bathing-machines. The
defects in the existing transit arrangements were placed in a glaring
light by the Mutiny of 1857, when immense loss of life, and what is
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worse, of national prestige, resulted from the inevitable delay in re-
inforcing the attenuated British garrisons. On its suppression in 1858
a railway was constructed across the Isthmus of Suez to Alexandria.
From this epoch, too, dates the prosperity of that splendid organisation
the Peninsular and Oriental Steamship Company. It had rendered
yeoman service during the crisis in India's fate, and was rewarded by
the confidence of Government and of the whole Anglo-Indian community.
And here let me pause a while to remark that no hostility to the
time-honoured "P . and 0." lurks in the Calais-Chaman railway
project. I have travelled between England and India oftener than I
can remember in its steamers, with unvarying punctuality, a very fair
rate of speed, and a degree of comfort which is exceeded on no ocean
line. There is ample room and verge enough in the route to India
for railways and steamers side by side, and competition between the
two methods of transit is out of the question.
But to return to our story of the development of communications
with the East. In 1871 they were facilitated by the completion of the
Mont Cenis tunnel and the substitution of Brindisi, at the extremity of
the Italian peninsula, for Marseilles as the port of shipment for mails.
In the same year a longer stride in advance was taken by the opening
of the Suez Canal, which, in 1882, superseded the railway across the
isthmus. These improvements, and the growth in the size and power of
ocean-going steamers, have reduced the time of the journey between
London and Bombay to seventeen days. But the Overland Eoute
cannot be accepted as the last word in the science of Eastern travel.
It has many grave and inevitable drawbacks. The sea voyage of four-
teen or fifteen days, for the most part in tropical waters, is never exactly
a pleasure trip, and during the monsoon it has terrors for all who are
not accomplished sailors.
Fifty years ago these disadvantages attracted the notice of General
F. E. Chesney, R.A., a man whose name would have stood as high as
Lesseps' in the bead-roll of fame had the fates been kinder to him. He
carried out a series of surveys of the Euphrates valley, and proved that a
railway connecting the Mediterranean and the Persian Gulf was perfectly
feasible from an engineering point of view, and was a thousand miles
shorter than the Overland Eoute. He insisted, not without reason, that
great political results would flow from an extension of British influence
over southern Persia and Arabia. His views secured powerful support
in London; and in 1856 a company was formed to give them tangible
expression. The Sultan cheerfully granted a firman to the promoters of
this grandiose project, and capital flowed into their coffers. At a critical
moment, however, the susceptibilities of the French were aroused, and
Lord Palmerston, deeming it essential to maintain the entente cordiale
intact, imposed his veto on Chesney's plans. Posterity will, perhaps,
indorse the masterful premier's decision. It is unquestionable that the
track by way of Vienna, Constantinople, Asia Minor, the Persian Gulf,
and Baluchistan is, in theory, preferable to all others. But the railway
even now ends at Angora; and 2500 miles, most of which are irreclaim-
able desert, separate that terminus from Karachi. The cost of bridging
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the gap would not fall short of twenty millions sterling, and the inter-
mediate traffic would be inconsiderable.1
A final stage in the development of the means of Eastern travel has
now been reached, and it rests with ourselves to hasten or retard its
consummation. In ancient days the precious wares of the East—the
silks, " gold, frankincense, and myrrh," so coveted by Roman grandees,
reached the marts of Europe by way of Balkh, the Oxus, the Caspian Sea,
and the Caucasus, emerging on the Black Sea at the fever-haunted port
of Poti, formerly Phasis, which gave its name to the pheasants trapped
in the surrounding forests. The revival of this old trade-route is due
to General Annenkoff, a valued member of the Anglo-Russian Literary
Society, whose recent death we have had occasion to deplore. He
had great influence with his Majesty the late Tsar Alexander Hi. and his
advisers, an influence gained by a long and brilliant career as a
railway engineer; and a project framed by him for connecting the
heart of Asia with the Caspian by rail secured powerful support.
But there was a party equally strong which urged that no railway
could be laid in the shifting desert sands, and advocated the
canalisation of the Oxus as a preferable method of tapping the
hidden wealth of Central Asia. In 1884, however, the conquest
of Turkestan, and the acquisition by Russia of Merv, a point of vantage
where three empires meet, put an entirely new complexion on the
problem. The opposition to the Transcaspian railway slackened, and
the Tsar gave his lieutenant a free hand. The story of his great under-
taking is more interesting by far than the average novel, but space
forbids me to attempt more than to sketch it in outline. In 1886 the
railway was laid through the heart of the Turkoman desert to Merv;
six months later the Oxus was bridged at Charjui; and in 1888
Samarkand re-echoed the snort of the Iron Horse. The economic
results of this great trunk line surprised even its originator. Con-
structed originally for strategic purposes, it has long since lost its mili-
tary character, and has become a main trade-route between East and
West. No longer do caravans toil through Afghanistan and Western1
China, bringing tea and other luxuries dear to the Oriental heart from
India and the Far East; and the sands between Bokhara and Orenburg
are no longer traversed by interminable strings of camels, conveying
cotton, dried fruits, and carpets westwards. The railway has caused a
rapid and silent revolution, and in 1897 it carried a quarter of a million
tons of valuable merchandise. So successful has been its working that
branches have lately been constructed to Tashkhent, the Calcutta of
Central Asia, to Andijan, near the Chinese frontier, and to Kushk, on
the border of Afghanistan.
1
 I need not do more than allude to the various schemes which have lately been before
the public for connecting Angora or Konieh with Bussorah at the head of the Persian Gulf.
If some such line were constructed—a contingency rendered very remote by the jealousies of
Englishmen, Russians, and Germans—it would undoubtedly open northern Persia to British
trade. But as a link in our communication with India its value would be very small.
Bussorah (Basra) is separated from Karachi by 1400 miles of the hottest waters in the world.
The present Red Sea route is in every way preferable.
VOL. XV. 2 L
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466 • SCOTTISH GEOGRAPHICAL MAGAZINE.
The completion of the latter offshoot, which runs almost due south
from Merv, has brought the Russian railway system within fifty-four
miles of the famous fortress of Herat, from which it is separated by the
Parapomisus range, a line of low rolling hills easily traversed by
wheeled vehicles. The Russian terminus is but 430 miles from that
of our Indian railways at Chaman, on the southern border of Afghanistan.
In other words, the gap between Russian and Indian railways is
considerably shorter than the distance between London and Perth.
The route lies by way of Sabzawar, Farrah, Girishk, and Kandahar,
and presents no engineering difficulties of moment. I have it on
the high authority of Colonel Stewart, O.E., now our consul at Odessa,
who stands on the same level as our colleague Mr. P. Lessar as an
authority on the geography of Persia and Afghanistan, that the Kushk-
Chaman railway would involve no tunnelling or bridging to speak of.
In estimating the expenditure involved, we have abundant data in
the records of the construction of the Central Asian railways. They
cost on the average £6,144 per mile, including rolling stock. On that
basis the Kushk-Chaman railway might be built for £2,642,000; but
allowing a fair percentage to cover unforeseen charges, we shall be well
within the mark if we place the total at £3,000,000. This is not a very
large sum in times when a single inland town can raise £15,000,000
for the purpose of securing water communication with the sea; and it is
a mere flea-bite for empires such as England and Russia.
The results which would follow the bridging of this gap in our rail
communication with India are positively startling in their immensity.
A traveller India-bound might enter his corridor train at Calais, and,
save for a few hours spent in crossing the Caspian, might travel without
changing carriage to Karachi in a week. That this is something more
than hypothesis is rendered clear by the following statement, prepared
by my.friend, Mr. Paul Lessar, which assumes the moderate speeds
of thirty-two miles an hour on the European, and twenty-eight on
the Asiatic lines :—
London, Calais, Berlin, Alexandrovo, .
Custom Examination at Alexandrovo, .
Alexandrovo, Warsaw, Gomel, Merefa, Rostov, Pet-
rovsk, B a k u , . . . . . .
Baku to Krasnovodsk (sea), . . . .
Krasnovodsk, Mery, Kushk, . . . .
Kushk, C h a m a n , . . . . . .
Chaman, Sukkur, Karachi, . . .
Total, . . . . 4716 174|
The cost of the journey would certainly not exceed that of a saloon
passage to Karachi or Bombay by a first-class line of steamers. The
rail-fare, if pitched at the level maintained on the trains de luxe which
have rendered continental travel so easy, would not exceed £36, and
the cost of food at £1 per diem would bring the total to £43. An
opportunity would be given the Anglo-Indian traveller, the tourist flying
Miles.
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RAILWAY ROUTES THROUGH WESTERN ASIA
—^—Railways open
........ Railways proposed
Thn idhtTnrpgk GBOgrajihioa-1.
Scottisli GeograpHcal Kagazine, 1899
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468 SCOTTISH GEOGRAPHICAL MAGAZINE.
from the rigours of a northern winter, of visiting realms which have
hitherto been seen by few indeed of their race. The bazars of Bokhara,
redolent of the unadulterated East, Samarkand, styled by Schuyler "a
piece of another world," are no bad substitutes for the suffocating heat
of the Red Sea, the dulness long drawn out of a prolonged voyage.
Now, a few words as to the political and economic features of this
great project. The noisy but dwindling band of Russophobes will pro-
bably oppose on the score that it would be unwise to place our com-
munication with India at the mercy of a Power which they are pleased
to consider hostile. If there were any force in this argument we ought,
ipso facto, to abandon the present mail route by way of Brindisi and
Marseilles, because France may at any moment fly at our throats. We
should still have our sea communication intact—a second string to our
bow should the fates bring us into collision with Russia. But the danger
of such a consummation would certainly be lessened by the proposed
railway line. Englishmen and Russians are well able to appreciate each
other's sterling qualities. On no occasion have they come together in
social intercourse without the formation of life-long friendships. Such
has been the experience of the Boundary Commissioners of 1885 and
1895. It was my own when, at the beginning of last year, I visited
Central Asia, and was most hospitably entertained by General Kuropat-
kin, the present Minister of War, then Governor of Transcaspia. Of the
assumed danger to our Indian Empire it is difficult to speak seriously.
The geographical position of the peninsula renders it impossible that any
European Power would reign supreme there which is not mistress of the
seas. Though I am far from wishing to depreciate the Russian fleet, I
venture to assert that extended sea power has never entered the pro-
gramme of the Tsar and his advisers. Thus India is not, and never can
be, their objective. But if it were, then Afghanistan must be the battle-
ground for empire in Asia; and in that event it is ourselves rather than
the Russians who would gain by the bridging of the gap between Kushk
and Chaman. For our neighbours can now pour an overwhelming force
into northern Afghanistan at a few days' notice, while in our case nearly
400 miles of trackless hill and dale lie between our railway base and the
great citadel of Herat. Lastly, the exigencies of Central Asian commerce
demand the linking up of the Central Asian and Indian railways, and if
we decline co-operation the task of bridging the hiatus will assuredly be
undertaken by Russia alone.
That the Amir Abdur Rahman would stop the way is in the last
degree improbable. He is far too astute not to be aware of his position.
The grain of wheat might as well protest against the impact of the upper
and nether mill-stones as the ruler of the " Buffer State" oppose the
settled policy of England and Russia combined. A railway through
Afghanistan would be as inviolable as the Indo-European telegraph line
which spans the wildest part of the Shah's dominions, and yet is never
injured by the Kurdish tribes who have their eyries in those pathless
hills. There is good reason to believe that the Amir of Afghanistan
would bow to the inevitable and pocket the subsidy which would, of
course, be offered as a quid pro quo for his permission to connect the utter-
most ends of his dominions by rail.
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There is, in conclusion, the economic aspect of the problem before
us; but it is devoid of the complexity which clouds so many contro-
versies in these latter days. People may ask how the Calais-Chaman
railway could benefit our commerce, while Eussia continues to hedge her
empire about with a Chinese wall of protective duties, and aims at
exploiting Central Asia solely in order to put money into the pockets of
Moscow merchants and manufacturers. That the Tsar's advisers will
ever become converts to the Free Trade gospel is indeed very unlikely;
and a priori there is no reason why they should adopt its tenets. No
subject, except perhaps currency, is so much talked and written about
and so little understood, as Free Trade. The phrase has become a
political parrot cry, a sort of Shibboleth, and is seldom examined criti-
cally by the light of sixty years' experience. The assumption on which
the doctrine rests partakes of the nature of an axiom. Cobden and his
school held that every community should concentrate its efforts on pro-
ducing goods suited to its soil and climate and to the national genius of
its people. These should be exchanged freely throughout the world;
and no State has a right to enforce customs tariffs for aught but fiscal
purposes. These views have been for two generations the corner stone
of our commercial policy. But Cobden's horizon was that of the British
Isles, and his sturdy insularity, a quality which he possessed in common
with Macaulay and so many of the early Victorian giants, forbade him
to recognise the fact that no two countries are governed by identical
economic conditions. In the case of England, the growth of population
has long outstripped that of the soil's productive powers. Seventy per
cent, of her citizens depend on imported food, which must be paid for
by products exported to foreign parts. If our self-governing colonies
had nailed their colours to the Free Trade mast, if we had been able to
establish a Zollverein linking every part of the empire by the only bonds
which are strong and lasting—those of self-interest—then Cobdenism
would have had a fair field. But our unnatural children are blind to
their struggling, over-burdened mother's interests ; and, for the most part,
they hamper her trade by crushing protective duties. How can we expect
foreigners to be more considerate in times when nearly every State
appears to be bent on contesting our commercial and manufacturing
supremacy 1 Different, indeed, is the condition of the broad realm of the
Tsar! It is a world in itself, possessing every variety of soil and
climate; and every idiosyncrasy to be found in the human race is
seen in his myriad subjects. Thus, in spite of protection, Eussia enjoys
all the benefits of Free Trade. At the present moment the population
of the valley of the Zarafshan, beyond Samarkand, suffers from one of the
disadvantages involved by the acceptance of the dogma.*' They find food-
grain at nearly prohibitive prices, because farmers have learned that
cotton grown for Moscow mills pays better than wheat or millet.
But though England's voice is, and will long remain, that of one crying
in the wilderness, signs are not wanting that Eussia is about to enter on
a fiscal policy more conducive to our interests. The change is fore-
shadowed in a remarkable speech by M. de Witte, the enlightened
Minister of Commerce, a summary of which appeared in the Times about
three months back. Eussia, in fact, needs British capital, and is pre-
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470 SCOTTISH GEOGRAPHICAL MAGAZINE.
pared to make every reasonable concession in order to facilitate its
inflow. Thus the time is a propitious one for a commercial treaty on the
basis of the exchange, at low rates of duty, of products of which each
empire possesses a natural monopoly. India grows many staples which
cannot be reared in any part of the Eussian empire—such as tea, coffee,
indigo, jute, silk, tobacco, opium, and rubber. She is, on the other hand,
a large customer for such Eussian wares as petroleum, skins, carpets, and
dried fruits. Hence the commerce of India would gain by the proposed
railway line; •while goods destined for Western markets might be carried
through Eussian territory in sealed wagons.
The realisation of this project, as remarked lately in the Allahabad
Pioneer, would exercise a still greater influence on the moral and political
development of India itself. The forty years which have elapsed since the
Crown assumed the responsibility of governing her have worked a silent
revolution in the minds of our dusky fellow-subjects. For good or for evil,
they have absorbed the strong meat of our political literature, and demand
all the privileges of citizenship with no uncertain voice. We can no longer
be content, like the Moghuls, our predecessors in the thorny path of con-
quest, to camp in a subject empire, or to rest our supremacy on the
bayonet alone. If the connection between England and her greatest
dependency is to be maintained—if it is to survive the times of stress
which are surely approaching—the two countries must be drawn together
more closely, and communications between them must be speedier and
more frequent than the close of the nineteenth century finds them.
The sketch-map shows the Anatolian railway ending at Angora and Konieh, the
extension to Diarbekr and Bagdad, for which a concession lias been granted, and
the British scheme for a line to Adana, Hit, Bagdad and Basra, with the German
project to carry it through Marash and Aintab. Farther east the Eussian proposed
lines are laid down from near Alexandropol to Tabriz and Bagdad, and from Enzeli
to Bandar Abbas, the former of which will be commenced immediately.—ED.
BEIEF NOTES ON THE GLACIAL PHENOMENA OF
COLOMBIA (SOUTH AMEEICA).
By E. BLAKE WHITE, C.E.
1. PLATEAU GLACIERS.
(a) UPON the summits of the cordilleras, at from 10,000 to 12,000
feet elevation, where the ground is relatively flat, with no neighbouring
high mountains, extensive deposits of till are found, some covering over
100 square miles. This till is composed of clay, with sand and very
angular fragments of rock—much of it quartz—and shows no sign of
having travelled. Probably it has been left by ice-sheets having little
motion. Examples—High lands of Anayma, SW. of Ibague', Department
of Tolima; high lands of Jicaramata, E. of Buga, Department of Cauca;
great plateau of La Cocha, E. of Pasto, in the south of the Department
of Cauca.
(6) At elevations of from 5000 to 8000 feet flat stretches of country,
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